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(57) ABSTRACT

A hydraulically actuated clutch is controlled based on a math-
ematical model that predicts the position of the clutch piston
based on the profile of the commanded pressure over time.
During a clutch engagement, a set of delays associated with
the preparatory phase of engagement are measured and com-
pared to predicted values. Model parameters are then adap-
tively adjusted based on the differences between the mea-
sured and predicted delays and on an estimate of the
sensitivities between model parameters and the delays. Sub-
sequent engagements are controlled based on the updated
mathematical model to reduce the delays. Changes in the
measured delays following adaptation of the model param-
eters are utilized to update the estimate of the sensitivities.

15 Claims, 8 Drawing Sheets
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1
METHOD OF CONTROLLING A
TRANSMISSION CLUTCH

TECHNICAL FIELD

This disclosure relates to the control of automatic trans-
mission clutches. More particularly, the disclosure pertains to
a method of adaptively modifying a mathematical model of
the clutch and utilizing the model to control clutch engage-
ment.

BACKGROUND

Many vehicles are used over a wide range of vehicle
speeds, including both forward and reverse movement. Some
types of engines, however, are capable of operating efficiently
only within a narrow range of speeds. Consequently, trans-
missions capable of efficiently transmitting power at a variety
of speed ratios are frequently employed. Transmission speed
ratio is the ratio of input shaft speed to output shaft speed.
When the vehicle is at low speed, the transmission is usually
operated at a high speed ratio such that it multiplies the engine
torque for improved acceleration. At high vehicle speed,
operating the transmission at a low speed ratio permits an
engine speed associated with quiet, fuel efficient cruising.

Many automatic transmissions implement a discrete num-
ber of different transmission ratios in which each ratio is
establish by engaging a particular subset of clutches. A clutch
that selectively holds a gearing element against rotation may
be called a brake. Some clutches may be actively controlled
such as by hydraulic actuation. Other clutches may be passive
devices such as one way clutches. To shift from one speed
ratio to another speed ratio, one clutch is engaged and another
clutch is released. The engagement of the oncoming clutch
must be coordinated with the release of the off-going clutch.
Ifthe off-going clutch is released before engaging the oncom-
ing clutch, the transmission would temporarily be in a neutral
state in which no power is transferred. On the other hand, if
there is too much overlap, the transmission will be in a tie-up
state. Coordination is much easier when the off-going clutch
is a passive device such as a one-way clutch which automati-
cally releases as the oncoming clutch attains sufficient torque

capacity.
SUMMARY OF THE DISCLOSURE

A transmission includes a hydraulically actuated clutch
and a controller programmed to estimate a position of a clutch
piston based on a model and to adaptively adjust the model
based on measured time delays. The model may be adjusted
by changing the values of model parameters such as lumped
flow coefficients or spring preload forces. The updates may be
based on an estimate of the sensitivities of the delays to
changes in model parameters. The sensitivity estimates may
themselves also be updated based on the measured delays.
The delays may be measured, for example, using a torque
sensor that measures a shaft torque which changes in
response to changes in the torque capacity of the clutch.

A method of controlling a clutch includes using a model to
estimate a set of delays between initiating engagement and
changes in the relationship between torque capacity and com-
manded pressure, then measuring the delays, then updating
model parameters, and then controlling subsequent shifts
based on the revised model to reduce the delays. The param-
eters may be updated based on the differences between the
estimated and the measured delays and on an estimate of the
sensitivities of the delays to changes in model parameters.
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Following subsequent engagements, the estimates of the sen-
sitivities may also be updated. Using this method, the con-
troller can update the model parameters following an upshift
that does notinclude an engine flare such that the delay during
a subsequent engagement is reduced.

BRIEF DESCRIPTION OF THE DRAWINGS

FIG. 1 is a schematic of a vehicle powertrain suitable for
use with the disclosed method.

FIG. 2 is a schematic diagram of an exemplary transmis-
sion gearing arrangement suitable for use with the disclosed
method.

FIG. 3 is a cross sectional view of a transmission clutch in
a fully open position.

FIG. 4 is a cross sectional view of the clutch of FIG. 3 ina
first partially stroked position.

FIG. 5 is a cross sectional view of the clutch of FIG. 3 ina
second partially stroked position.

FIG. 6 is a cross sectional view of the clutch of FIG. 3 ina
fully stroked position.

FIG. 7 is a graph of commanded clutch pressures during a
synchronous upshift.

FIG. 8 is a flow chart illustrating the disclosed method.

DETAILED DESCRIPTION

Embodiments of the present disclosure are described
herein. It is to be understood, however, that the disclosed
embodiments are merely examples and other embodiments
can take various and alternative forms. The figures are not
necessarily to scale; some features could be exaggerated or
minimized to show details of particular components. There-
fore, specific structural and functional details disclosed
herein are not to be interpreted as limiting, but merely as a
representative basis for teaching one skilled in the art to
variously employ the present invention. As those of ordinary
skill in the art will understand, various features illustrated and
described with reference to any one of the figures can be
combined with features illustrated in one or more other fig-
ures to produce embodiments that are not explicitly illus-
trated or described. The combinations of features illustrated
provide representative embodiments for typical applications.
Various combinations and modifications of the features con-
sistent with the teachings of this disclosure, however, could
be desired for particular applications or implementations.

A powertrain of a vehicle 10 is illustrated schematically in
FIG. 1. Solid lines indicate mechanical connections. Broken
lines represent the flow of signals. Double lines represent the
flow of fluid. Engine 12 provides power to rotate crankshaft
14. Transmission 16 transits the power from crankshaft 14 to
driveshaft 18 while potentially modifying the speed and
torque to be more suitable to the present vehicle require-
ments. Differential 20 distributes the power to a left wheel 22
and a right wheel 24 while permitting slight speed differences
between the wheels such as when the vehicle turns a corner.

The transmission includes a torque converter 24 and a
gearbox 26. The torque converter transmits the power from
crankshaft 14 to turbine shaft 28. Gearbox 26 transmits the
power from turbine shaft 28 to driveshaft 18. Controller 30
sends signals to valve body 32 causing valve body 32 to send
pressurized fluid to clutches in gearbox 26. The gear ratio of
gearbox 26 depends upon which subset of the clutches are
provided with pressurized fluid. Controller 30 utilizes many
inputs to determine what commands to send to valve body 32
including signals from output torque sensor 34 and turbine
torque sensor 36.
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An example gearbox is schematically illustrated in FIG. 2.
The proposed method is applicable to a wide variety of gear-
box arrangements. The gearbox utilizes four simple planetary
gearsets 40,50, 60, and 70. Sun gear 42 is fixed to sun gear 52,
carrier 44 is fixed to ring gear 76, ring gear 56 is fixed to sun
gear 62 by shaft 80, ring gear 66 is fixed to sun gear 72, turbine
shaft 28 is fixed to carrier 54, and driveshaft 18 is fixed to
carrier 74. Ring gear 46 is selectively held against rotation by
brake 88 and sun gears 42 and 52 are selectively held against
rotation by brake 90. Turbine shaft 28 is selectively coupled to
ring gear 66 and sun gear 72 by clutch 92. Intermediate
element 82 is selectively coupled to carrier 64 by clutch 94,
selectively coupled to carrier 44 and ring gear 76 by clutch 96,
and selectively coupled to shaft 80 by clutch 98.

As shown in Table 1, engaging the clutches and brakes in
combinations of four establishes ten forward speed ratios and
one reverse speed ratio between turbine shaft 28 and drive-
shaft 18. An X indicates that the corresponding clutch is
engaged to establish the speed ratio.

TABLE 1

88 90 92 94 96 98 Ratio Step
Rev X X X X -479  102%

st X X X X 4.70
od XX X X 2.99 157
id X X X X 2.18 137
ah X X X X 1.80 121
sth X X X X 1.54 1.17
6th X X X X 1.29 1.19
7th X X X X 1.00 1.29
8th X X X X 0.85 1.17
Sth X X X X 0.69 1.24
10th X X X X 0.64 1.08

All single step and two step shifts are performed by gradu-
ally engaging one clutch, called an oncoming element, while
gradually releasing a different clutch, called the off-going
element. During each of these shifts, three clutches, called
holding elements, are maintained fully engaged while one
element is maintained fully disengaged. In other gearbox
arrangements, the number of holding elements may be dif-
ferent.

FIG. 3 shows a cross section of clutch 98. Clutch housing
82, the intermediate element in FIG. 2, is supported to rotate
around shaft 80, which is, in turn, supported to rotate around
turbine shaft 28. A set of separator plates 100 are splined to
housing 82 such that they rotate with housing 82 but are free
to slide axially. Snap ring 102 restrains the axial movement
toward the right. A set of friction plates 104 are splined to
shaft 80 and are interleaved with the separator plates 100. The
friction plates and separator plates may collectively be
referred to as a clutch pack. When pressurized hydraulic fluid
is routed to apply chamber 106, piston 108 slides axially with
respect to housing 82. After piston 108 moves into contact
with the clutch plate, the force squeezes the friction plates and
separator plates together. Friction between the friction plates
and separator plates transmits torque between housing 82 and
shaft 80. The maximum amount of torque that can be trans-
mitted at a given moment is called the torque capacity. Isola-
tion spring 110 contacts the clutch pack slightly before the
piston itself smoothing the transition. When the pressure in
apply chamber 106 is relieved, return spring 112 pushes pis-
ton 108 away from the clutch pack to release the clutch. When
clutch housing 82 rotates, centrifugal force tends to increase
the pressure of fluid in apply chamber 106 which tends to
engage the clutch. To avoid unintentional engagement,
unpressurized fluid is routed to balance chamber 112. Cen-
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4

trifugal force pressurizes the fluid in the balance chamber,
counteracting the force generated by centrifugal force in the
apply chamber.

Controller 30 regulates the current (or pulse width) to a
solenoid in valve body 32 such that the pressure in a particular
channel within valve body is regulated to a commanded pres-
sure. The fluid then flow from the valve body to apply cham-
ber through passageway 114. Passageway 114 goes through
front support 116, through turbine shaft 28, through shaft 80,
and into housing 82. Since these components rotate at difter-
ent speeds, seals 118 are used to route fluid from one com-
ponent to another component. Similarly, the unpressurized
fluid is routed to balance chamber 112 through passageway
120. Due to the resistance of passageways 114 and 120, the
pressure in apply chamber 106 is not always equal to the
commanded pressure in the valve body. When fluid is flowing
from the valve body to the apply chamber, the pressure in the
apply chamber will be less than the commanded pressure. The
pressure is higher in the apply chamber when the fluid is
flowing the opposite direction. During a preparatory phase of
a shift, the controller adjust the commanded pressure to move
the piston into contact with the clutch pack. In the absence of
a measured feedback signal during this phase, the controller
must utilize a mathematical model to determine the axial
position of the clutch piston.

Although many factors influence the axial position of the
clutch piston, the axial position of the clutch piston can be
modeled with sufficient accuracy using a lumped parameter
model. This model is described in detail in U.S. patent appli-
cation Ser. No. 13/766,829 which is incorporated by refer-
ence herein. Specifically, the flow rate, Q, may be predicted
based on pressure difference, AP, using the formula:

Q=K #*AP+ K, * VAP

where K, and K, are lumped flow coefficients. The pressure
difference is defined by the formula:

AP=P_,rF

apply

where P, , is the commanded pressure and P, ;. is the pres-
sure in the apply chamber. The flow rate is related to the rate
of movement of the clutch piston by the formula:

*=—Q/d

where A is the area of the clutch piston and x is the distance
between the piston and the clutch pack. When the clutch is
fully applied, x=0. When the clutch is fully released, x=x,,,,..
In between these two conditions, the clutch position may be
estimated by integrating Q/A.

The relationships among x, P,,,,,., and the clutch torque
capacity, T, vary based on clutch position. In region 1, when
the clutch is fully released as shown in FIG. 3:

1
Poppiy = 7 #(Fo — Kps % X))

T=0

where F, is the return spring force when the clutch is fully
applied and K, is the spring rate of the return spring.

When P_,,, exceeds P, , . the clutch piston moves into
region 2, as illustrated in FIG. 4. In region 2, the clutch has
moved from the fully open position but the isolation spring is
not in contact with the clutch pack. Region 2 is governed by
the equations:
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1
Poppiy = 7 #(Fo — Kpgxx)

T=0.

When x becomes less than the free length of the isolation
spring, X,,, as shown in FIG. 5, then the region 3 equations

apply:

1
Poppty = i #(Fo + Kis #Xis — (Kps + Kis) #X)

T=Kis#(xs—x)2«Nuxyxr

where K, is the spring rate of the isolation spring, N is the
number of friction plates in the clutch pack, p is the friction
coefficient, and r is the effective radius of the clutch pack.

Finally, when x=0 as shown in FIG. 6, the piston is in
contact with the clutch pack and the region 4 equations apply.
In region 4, the pressure response can be represented with a
first order transfer function featuring time constant t, and a
delay t,.

Papply (s) = 1 w e1d*s)
Pod T+, %s

T = (A Pappyy — Fo — Kig #Xijs) 2 N s prer

Many of the parameters of the mathematical model
described above will fluctuate between transmissions of the
same design due to manufacturing variability. Furthermore,
many of the parameters will fluctuate over time due to trans-
mission wear and due to variation in operating conditions. For
example, the flow coefficients K, and K, depend on the vis-
cosity of the fluid, which depends strongly on temperature
among other factors. This unknown variation may cause the
clutch piston position predicted by the mathematical model to
differ slightly from the actual clutch piston position.

FIG. 7 illustrates commanded pressure profiles for the
oncoming clutch (ONC) and the off-going clutch (OFG) dur-
ing a synchronous upshift. After the shift scheduling algo-
rithm, or a driver command, indicates that an upshift should
be performed, the controller strokes the oncoming clutch
during a preparatory phase. At 130, the pressure to the oncom-
ing clutch is raised to a boost level for a boost duration. The
purpose of the boost phase is to move the clutch piston as
rapidly as possible from the disengaged position to the
stroked position. The boost duration is generally selected
such that the boost phase ends slightly before the piston is
stroked. Then, at 132, a holding pressure is commanded. The
holding pressure is generally selected to approximate the
apply chamber pressure that would overcome the return
spring and the isolation spring forces with the piston in the
fully stroked position. Then, at 134, the commanded pressure
is gradually increased to gently move the piston into the fully
stroked (region 4) position. The preparatory phase ends when
the piston of the oncoming clutch is fully stroked at 136.
During this time, the commanded pressure for the off-going
clutch may be reduced, as shown at 138, such that the torque
capacity is equal to the torque actually transmitted by the
off-going clutch. Throughout this preparatory period, neither
the torque ratio nor the speed ratio change. However, the
controller can predict the position of the oncoming clutch
piston using the mathematical model as describe in U.S.
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patent application Ser. No. 14/036,316 which is incorporated
by reference herein. When this preparatory period lasts too
long, the transmission appears to the driver to be unrespon-
sive.

Once the preparatory phase is complete, the torque transfer
phase is executed by gradually reducing the commanded
pressure of the oft-going clutch as shown at 140 and gradually
increasing the commanded pressure to the oncoming clutch
as shown at 142. During this phase, the torque ratio gradually
decreases to the upshifted value. Ideally, the speed ratio
remains constant, although it can increase if the off-going
clutch is released too quickly compared to the rate at which
the oncoming clutch is engaged. Once the torque capacity of
the off-going clutch reaches zero at 144, the inertia phase
begins. During the inertia phase, the torque capacity of the
oncoming clutch acts to slow the input, gradually decreasing
the speed ratio to the upshifted value.

Shift quality suffers if the boost duration or holding pres-
sure are selected improperly. If the boost duration is too long,
it may continue after the clutch is fully stroked. If this hap-
pens, the oncoming clutch will have significant torque capac-
ity before the controller begins releasing the off-going clutch.
The resulting tie-up condition results in an abrupt drop in the
torque ratio and a rough shift. Similarly, if the holding pres-
sure is too high, the torque capacity will increase rapidly as
the stroke position is reached, resulting in a tie-up condition
and a drop in torque ratio. On the other hand, if the boost
duration is too short or the holding pressure is too low, then
the piston will not yet be at the stroke position when the
controller begins the torque phase. The torque capacity will
not ramp up as expected but will instead remain at zero until
the clutch reaches the stroke position. In the interim, since the
off-going clutch is being released, the input speed will
increase in a phenomenon called an engine flare.

Traditionally, feedback signals from speed sensors have
been used to adapt the boost duration and the holding pres-
sure. If a flare is detected, the boost duration or the holding
pressure is increased. Unfortunately, speed sensors do not
indicate tie-up conditions, so they do not provide useful feed-
back for determining that the boost duration or the holding
pressure are too high. Instead, the controller must gradually
decrease these values until a flare is detected. Use of speed
signals to adapt the boost duration and holding pressure
requires periodic bad shifts.

The transmission is equipped with one or more torque
sensors which measure the torque transmitted by one or more
shafts, respectively. At least one of these shafts is selected
such that the shaft torque changes in response to a change in
the torque capacity of the incoming clutch. For example, the
torque sensor may be located on a turbine shaft, an output
shaft, or on the clutchitself. U.S. Pat. No. 8,510,003 describes
a method of computing clutch torque capacity based on
torque sensor readings. When the torque capacity begins to
change with piston displacement, the controller can conclude
that the piston has transitioned from region 2 to region 3.
When the piston transitions from region 3 to region 4, the
torque capacity begins to increase much more rapidly. The
time delay between initiating the shift event and transitioning
from region 2 to region 3 is called t,;. Similarly, the time
delay between initiating the shift event and transitioning from
region 3 to region 4 is called t5,.

A mathematical model of the clutch, as described above,
can beused to estimate t,; and t ,. The difference between the
estimates and the measured values can be used to revise the
parameters of the mathematical model. Let the measured
values for the nth shift event be called t,;(n) and t;,(n). The
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model based predictions will be called 152/\3 (n) and t/_v:; (n),
respectively. In matrix notation, the error vector is:

T3 (1) — 123(m) }
o) —134(m) |

e(n) = [

The set of parameters to be adapted are denoted by the
vector u. For example, if the two lumped flow parameters, K,
and K,, are the only parameters to be adapted, then:

[l

If these parameters are changed by an amount Au, then the
error will change by an amount, Ae as approximated by the
equation:

Ae=J*Au

where J, called the Jacobian, indicates the sensitivity of the
delays to changes in the model parameters. In this example,

Ons  Ong
9K, 9K,
= O34 Oy
0K, 3K,

In this example, since the dimensions of Au(n) and Ae(n)
are identical, there is a unique Au such that e+Ae=0. Theo-
retically, adjusting u by this amount would completely elimi-
nate the error. However, adjusting model parameters too rap-
idly may cause instability and excessive variation among
shifts. Therefore, a maximum change may be imposed. Also,
there may be minimum and maximum values for each param-
eter. If a solution cannot be found subject to these constraints,
then the value of Au that minimizes le+Ael subject to the
constraints is selected. The parameters are then adjusted
accordingly and future shifts are controlled based on the
piston position as predicted by the mathematical model.

The method is not limited to problems in which the dimen-
sions of Au and Ae are identical. If there are more parameters
to adapt, such as the return spring pre-load force F, then it is
possible that multiple solutions would exist such that e+Ae=0.
In this case, the solution that minimizes the amount of change
in the parameters is selected. As with the case of equal dimen-
sions, there may be no solutions that satisty the constraints in
which case the solution that minimizes the error subject to the
constraints is selected. If there are fewer parameters to adapt
than measured delays, then constrained optimization is used.

An advantage of adapting model parameters using mea-
sured delays based on torque measurements is that the system
can adapt following a shift that does not induce an engine flare
or other degradation in shift quality measurable with a speed
sensor. For example, if the current model parameters predict
that the clutch will move faster than it actually does move,
then the piston will not yet be in the stroke position after the
predicted delay. If the controller were relying exclusively on
speed sensors for feedback, it would have no way of knowing
that the piston was not yet stroked and would begin the torque
transfer phase. Since the oncoming clutch piston is not yet
stroked, the torque capacity would not increase as expected
and an engine flare would result as the off-going clutch is
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gradually released. However, with the proposed system, the
controller will know based on torque sensor feedback that the
oncoming clutch piston is not yet stroked. Therefore, it will
wait to begin the torque transfer phase until the piston is
stroked. Although the torque transfer phase will begin later
than optimal, it will not produce an engine flare event. Fol-
lowing the shift, the controller will adapt model parameters to
improve the estimation of piston position. The next time the
oncoming clutch is engaged, the controller will use a longer
boost duration or a higher stroke pressure, reducing the delay.

Due to the non-linearity of the system, a change in the
model parameters may result in a change in the Jacobian.
Even if the sensitivity of the underlying system has not
changed significantly, the change in response due to a change
in model parameters may provide an opportunity to refine the
current estimate of the Jacobian matrix. A method based on
Kalman filtering to update the Jacobian based on updated
measurements is discussed in detail in U.S. Pat. No. 6,701,
193.

FIG. 8 illustrates an adaptive clutch control method. Initial
values are set for various parameters at 150. When an upshift
is scheduled at 152, the iteration counter is incremented at
154. At 156, the pressure to the oncoming clutch is controlled
to stroke the piston based on the position as predicted by the
model. During the preparatory phase, the controller keeps
track of the starting time of the boost phase, the time that
torque capacity is first detected, and the time that torque
capacity begins to respond linearly to pressure commands.
The differences between these times indicate the delays t,5(n)
and t,,(n). At 158, the controller completes the torque transfer
phase and inertia phases of the shift. The error vector and
change in error vector are computed at 160 and 162.

At 164, the controller checks to see if the model parameters
have changed by enough to justify revising the estimate of the
Jacobian. If the parameters have changed by enough, the
Jacobian is updated at 166. If not, the previous Jacobian is
carried over at 168. At 170 and 172, the controller determines
the revised model parameters as described above.

While exemplary embodiments are described above, it is
not intended that these embodiments describe all possible
forms encompassed by the claims. The words used in the
specification are words of description rather than limitation,
and it is understood that various changes can be made without
departing from the spirit and scope of the disclosure. As
previously described, the features of various embodiments
can be combined to form further embodiments of the inven-
tion that may not be explicitly described or illustrated. While
various embodiments could have been described as providing
advantages or being preferred over other embodiments or
prior art implementations with respect to one or more desired
characteristics, those of ordinary skill in the art recognize that
one or more features or characteristics can be compromised to
achieve desired overall system attributes, which depend on
the specific application and implementation. These attributes
can include, but are not limited to cost, strength, durability,
life cycle cost, marketability, appearance, packaging, size,
serviceability, weight, manufacturability, ease of assembly,
etc. As such, embodiments described as less desirable than
other embodiments or prior art implementations with respect
to one or more characteristics are not outside the scope of the
disclosure and can be desirable for particular applications.

What is claimed is:

1. A transmission comprising:

a hydraulically actuated clutch having a piston;

amodel for estimating an axial position of the piston during

a preparatory phase of a shift while a torque capacity of
the clutch is zero; and
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a controller adapted to measure a time delay between a
beginning of the preparatory phase and onset of torque
capacity, and to update the model based on the measured
time delay.

2. The transmission of claim 1 further comprising a torque
sensor configured to measure a shaft torque wherein, during a
torque transfer phase of the shift, the shaft torque changes in
response to changes in the torque capacity of the clutch.

3. The transmission of claim 1 wherein the controller is
programmed to update the model by revising a value of a
model parameter.

4. The transmission of claim 3 wherein the model param-
eter represents a lumped flow coefficient.

5. The transmission of claim 3 wherein the model param-
eter represents a spring preload force.

6. The transmission of claim 3 wherein the controller is
programmed to update the model parameter based on an
estimate of a sensitivity of the delay to changes in the param-
eter.

7. The transmission of claim 6 wherein the controller is
further programmed to measure the delay during subsequent
engagement of the clutch, and then update the estimate of the
sensitivity based on the measured delay of the first engage-
ment, the measured delay of the subsequent engagement, the
original model parameter value, and the updated model
parameter value.

8. A method of controlling a clutch comprising:

during a drive cycle, estimating, based on a model, a set of
delays between initiating engagement of the clutch and
changes in a torque capacity to pressure relationship;

during a first clutch engagement, measuring the set of
delays;

updating a set of model parameters based on differences
between the estimated delays and the measured delays;
and

during a subsequent engagement of the clutch, command-
ing a pressure to the clutch based on the updated set of
model parameters such that at least one delay in the set of
delays is reduced.
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9. The method of claim 8 wherein the set of model param-
eters is updated based on an estimate of sensitivities of the
delays to changes in the model parameters.

10. The method of claim 9 further comprising:

during the subsequent engagement of the clutch, measur-
ing the set of delays; and

updating the estimate of the sensitivities based on the mea-
sured delays of the first engagement, the measured
delays of the subsequent engagement, the original
parameter values, and the updated parameter values.

11. The method of claim 8 wherein the set of delays
includes a delay between initiating engagement and contact
between a clutch piston and a clutch pack.

12. The method of claim 8 wherein the set of delays
includes a delay between initiating engagement and contact
between an isolation spring and a clutch pack.

13. The method of claim 8 wherein the model predicts a
position of a piston as a function of a commanded pressure
time profile.

14. A method of controlling a transmission comprising:

during a first positive torque upshift event,

i) commanding an oncoming clutch pressure such that a
piston of'an oncoming clutch is stroked after a first delay,
and

ii) after the first delay, reducing an off-going clutch pres-
sure to zero while maintaining a constant ratio of an
input speed to an output speed; and

during a next engagement of the oncoming clutch, com-
manding the oncoming clutch pressure such that the
piston of the oncoming clutch is stroked after a second
delay less than the first delay.

15. The method of claim 14 further comprising:

measuring a shaft torque, wherein the shaft torque changes
in response to changes in a torque capacity of the oncom-
ing clutch.



